Boad-Rati Transport
Government guarantee, will cost more than money raised
directly by the State. As against this, a certain weight
must in fairness be attached to the claim that the Branch
Line Company obtains from local sources money that
would never be subscribed to a Government loan. There
may also be certain cases of a branch line of smaller gauge
worked independently, where the Branch Line Company
can operate more economically than is possible to a main
line/'45 The Committee found itself in agreement with
the prevalent view that where the need for them was
definitely felt, branch lines should be constructed and that
priority should be given to the main line. The State could
itself undertake to construct them or, as in Madras, allow
the District Boards to do so. In the absence of these,
private enterprise should be encouraged, but the end to be
kept in view is the restriction in the number of companies
that operate them. Amalgamation and not diversification
should be achieved.
Branch line policy has taken a different turn since the
beginning of the era of motor transportation. The bulk
of railway receipts is from passenger earnings. In
1937-38 the earnings from third class passengers alone
amounted to Rs. 27,62,69,000. Most of this traffic is short
distance. It has been shown elsewhere in this chapter that
tte bulk of the traffic is within a radius of fifty miles.
The figures for the average distance a third class passenger
ms carried for various years has ranged round about
35 miles, which can be accepted as fairly approximate.
Unfortunately, however, this is just the range within which
the motor vehicles are most effective. These operate within
a range of fifty miles, and being speedy are able to draw
the ereain of traffic off the line. As it is, the motor
a?e specialised IB passenger transport, in which
the competition is wry keen. Consequent upon
4$   Ac-worth Committee Report, p. 57*
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